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1. INTRODUCTION AND SUMMARY

This chapter provides a summary of the study’s results and explains the background and
purpose for the study. The chapter also describes the initial nexus analysis that preceded the
current study.

SUMMARY

The purpose of this study is to provide a single nexus analysis that all local agencies in San
Diego County can use to adopt an impact fee and fulfill their contribution to the Regional
Transportation Congestion Improvement Plan (RTCIP). This report documents the required
statutory findings under California’s Mitigation Fee Act!. The nexus analysis conducted for
this study finds that the impact fee required by the RTCIP of $2,000 per residential unit is
justified based on the requirements of the Acz

This teport is an update to the first version of this study dated September 5, 2006. The
changes made in this report from the prior version are:

¢ Merged the mobile home land use category into the multi-family category
because of the minimal amount of projected mobile home development and to
simplify administration of the fee; and

¢ Updated unit cost inflation adjustment based on more accurate construction cost
index (Caltrans highway cost index instead of a combination of several national
indices).

¢ Clarified that the initial RTCIP fee beginning in 2008 will be $2,000 per
residential unit regardless of type of unit.

The $2,000 fee per residential unit will be updated annually for cost inflation following initial
adoption by local agencies in 2008.

NEwW DEVELOPMENT INVESTMENTS IN REGIONAL
TRANSPORTATION '

In 2004 voters in San Diego County approved a 40-year extension to TransNet, a program
designed to fund improvements to the region’s transportation system first initiated in 1987.
The prime component of the program is a half-cent sales tax increase that is projected to
raise over $10 billion for improvements through 2030.2 Expenditure of TransNet funds is
implemented through the Regional Transportation Plan (RTP), prepared by the San Diego
Association of Governments (SANDAG) and updated periodically as mandated.

1 California Government Code, §§66000-66025.

2 San Diego Association of Governments, Draft 2007 Regional Transportation Plan (June 2007), Table 4.1, p. 4-9.
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San Diego Association of Governments RTCIP Impact Fee Nexcus Study

The draft 2007 RTP details the need for $58 billion in transportation improvements.? Of
that total, $27 billion in funding will come from a variety of state and federal sources. The
remaining $31 billion will come from local funding sources including the TransNet sales tax
extension. These amounts represent the Reasonably Expected Scenatio, one of three

scenatrios examined in the draft 2007 RTP4

In addition to the sales tax extension, the TransNet program requites implementation of a
new local funding source for the draft 2007 RTP, the Regional Transportation Congestion
Improvement Program (RTCIP).> The purpose of the RTCIP is to ensure that new
development directly invests in the region’s transportation system to offset the negative
impacts of growth on congestion and mobility.

Key components of the RTCIP include:

¢ Beginning July 1, 2008 each local agency must contribute $2,000 from exactions
imposed on the private sector for each new residence constructed in the County.

¢ Although the RTCIP does not specify a revenue source for this contribution,
most local agencies are likely to collect this revenue as a development impact fee
imposed on new dwelling units at building permit issuance.

¢ Revenues must be expended on improvements to the Regional Arterial System
(RAS), described below, and in a manner consistent with the expenditure
priorities in the most recent adopted RTP.

¢ The Independent Taxpayer Oversight Committee, created for the TransNet
program, is responsible for reviewing local agency implementation of the RTCIP.

¢ If a local agency does not comply with the RTCIP the agency can lose TransNet
sales tax funding for local roads.

Cities have the authority to impose impact fees under the Mitigation Fee Act contained in
California Government Code sections 66000 through 66025. Counties have the same
authority for their unincorporated areas. In doing so, each local agency is required to make
findings demonstrating a reasonable nexus between the collection of fees, the need for
facilities created by new development, and the expenditure of fee revenues to benefit new
development.

PURPOSE OF STUDY

The purpose of this study is to provide a single nexus analysis that all local agencies in San
Diego County can use to adopt an impact fee and fulfill their contribution to the RTCIP.
This report documents the required statutory findings under the Mitigation Fee Act.

3 Ibid., Table 4.3, page 4-11.
4 Ibid., Table 4.1, page 4-9:

5 San Diego Association of Governments, TransNet Extension Ordinance and Expenditure Plan, Commission
Ordinance 04-01, May 28, 2004, Sec. 9.
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REGIONAL ARTERIAL SYSTEM

SANDAG employs a rigorous process to define the RAS.6 The most important criterion for
determining whether to include an arterial in the RAS is the arterial’s role as a “critical link”.
Critical links provide direct connections between communities ensuring system continuity
and congestion relief in high volume corridors. The other criteria for inclusion of an arterial
in the RAS include:

¢ Links to areas with high concentrations of existing or future population or
employment;

¢ Links to activity centers such as hospitals, retail centers, entertainment centers,
hotels, colleges, and universities;

¢ Accommodate high future traffic volumes;
¢ Accommodate Regional Transit Vision (Red and Yellow Car service); and
¢ Provide access to intermodal (freight, port, military, or airport) facilities.

As of the date of the first version of this report in September 2006, the RAS included 777
route miles (not lane miles) of arterials. Figure 1 is a map of the Regional Arterial System
from the adopted 2005 RTP. The RAS included both the regionally significant artetials and
the other regional arterials indicated on the map. A list of arterial segments included in this
version of the RAS is provided in Appendix A to this report. A list of the types of
improvements that the RTCIP can fund on the RAS is discussed in the Implementation chapter
of this report.

INITIAL RTCIP IMPACT FEE CALCULATION

SANDAG staff developed the RTCIP contribution amount of $2,000 per residence using an
- approach that allocated transportation system improvements proportionately across both
+ existing development and projected growth. The methodology was as follows:

1. The Regional Arterial System carried 10.8 million vehicle miles traveled (VMT) in
2000 and was projected to carry 14.9 million VMT in 2030. The difference of 4.1
million VMT, or 27 percent of the 2030 VMT total was attributed to growth (4.1

+14.9 = 27 percent).
2. The entire transportation network was projected to accommodate 60.1 million
vehicle miles traveled (VMT) in 2030. Of this total, 37.4 million VMT, or 62

petcent, were attributed to residential development (37.4 + 60.1 = 62 percent).
This amount included any trip that started or ended at a home (home-work,
home-school, home-college, and home-other).

3. Multiplying the results of steps #1 and #2 resulted in 16 percent of total VMT in
the County in 2030 attributed to new, residential development (0.27 x 0.62 = 16
percent). :

6 San Diego Association of Governments SANDAG), Final 2030 Regional Transportation Plan, Mobility 2030
(Febtuary 2005), Technical Appendix 7 — Evaluation Criteria and Rankings, Table TA 7.1, p. 105,

e November 26, 2007 3
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4. As of 2000, SANDAG and local agencies had identified improvements for 710
additional lane miles to complete the Regional Arterial System. At a cost of $5.1
million per lane mile (in 2002 dollats) this equals a total cost of $3.6 billion (710

x $5.1 million = $3.6 billion).

5. If all development, existing and new, paid a proportionate share of this cost new
residential development’s shate would be $593 million (0.16 x $3.6 billion =
$593 million).

6. Allocating the new residential development share over a projected increase in
dwelling units of 320,000 from 2000 to 2030 yielded a cost per unit of slightly

less than $2,000 ($593 million + 320,000 = $1,853).

The methodology desctibed above and employed by SANDAG to calculate the RTCIP
assumes that all development, existing and new has the same impact on the need for RAS
improvements based on the amount of travel demand generated (vehicle trips). Thus existing
and new development should share proportionately in the cost of transportation system
improvements. For descriptive purposes this can be considered an “average cost” approach.

The “average cost” approach probably results in a lower fee and is therefore more
conservative and defensible compared to other approaches used for impact fee nexus
analysis. The “average cost” approach does not focus on the marginal impacts of new
development on congestion. A “marginal cost” approach examines the cost of additional
transportation improvements needed to mitigate impacts by maintaining existing levels of
services. Based on our experience preparing transportation fee studies, this “marginal cost”
approach would probably result in allocating to new development a greater share of planned
transportation system improvements compared to the “average cost” approach. The
approach used by SANDAG to justify the RTCIP impact fee is therefore more conservative.

B MuniFinancial November 26, 2007 4
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2. NEXUS ANALYSIS

This chapter documents a reasonable relationship between increased travel demand from
new development on the Regional Arterial System (RAS), the cost of RAS improvements
needed to accommodate that growth, and an impact fee to fund those investments.

APPROACH

Impact fees are calculated to fund the cost of facilities required to accommodate growth.
The four steps followed in any development impact fee study and described in detail in the
sections that follow include:

—

Prepare growth projections;
2. Identify facility standards;

3. Determine the amount and cost of facilities required to accommodate new
development based on facility standards and growth projections;

4. Calculate the public facilities fee by allocating the total cost of facilities per unit
of development.

Due to policy considerations SANDAG indicated that the nexus study should employ the
same “average cost” approach used in the initial fee calculation to the greatest extent
technically defensible under the Mitigation Fee Act. Consistent with the initial SANDAG
approach, the need for RAS improvements determined by this nexus study is based on the
relative amount of travel demand generated by all existing and new, residential and
nonresidential, development. As mentioned above (see page 3), this is a consetvative
approach because a more detailed impact analysis probably would result in allocating to new
development a greater share of planned RAS improvements.

The analysis required for each of the four steps listed above is conducted on a countywide
basis consistent with SANDAG?s initial fee calculation. We updated certain assumptions
with more recent data when available. The approach takes a countywide perspective because
the RAS represents a countywide network that facilitates mobility between and through cities
and unincorporated ateas. New development, regardless of location, both adds congestion
(increased vehicle trips) to a range of arterials within the RAS and benefits from the
expenditute of fee revenue on a range of RAS facilities.

GROWTH PROJECTIONS

This section describes the SANDAG forecast for population and employment, and estimates
of land use in terms of dwelling units and nonresidential building square feet. Land use
forecasts are converted to vehicle trips to provide a measure of travel demand (further
discussed below).

EEMuniFinancial November 26, 2007 6
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Population, Employment, and Land Use

The planning horizon for this analysis is 2030, consistent with current land use and
transportation forecasts adopted by SANDAG. The nexus analysis uses forecasts of dwelling
units and employment to estimate new development demand for transportation
improvements. Forecasts for 2030 are from SANDAG’s Urban Development Model
(UDM). The UDM is one of four interrelated forecasting models used by SANDAG to
project land use and transportation for the region.! The UDM allocates changes in the
region’s economic and demographic characteristics to jurisdictions and other geographic
areas within the region. The model is based on the spatdal interrelationships among
economic factors, housing and population factors, land use patterns, and the transpottation
system. The model generates 2030 forecasts for small geographic areas including the traffic
analysis zones used in the transportation modeling process. The UDM complies with federal
mandates that transportation plans consider the long-range effects of the interaction
between land uses and the transpottation system.

The initial SANDAG fee calculation used 2002 as the base year for cost estimates so that is
the base year used for this nexus analysis. Dwelling units and employment for 2002 are based
on interpolations of development estimates for 2000 and 2005 from the UDM model. Total
employment was allocated to land use categories based on analysis of employment by land
use using data from five counties and conducted for the Southern California Association of
Governments.

Table 1 lists the 2002 and 2030 land use assumptions based on SANDAG forecasts and
used in the nexus analysis. The land use categoties shown in Table 1 and used in this nexus
analysis are the same that are used in the SANDAG forecasts with one exception. This
nexus analysis includes mobile homes in the multi-family category because of the minimal
amount of forecast mobile home development. SANDAG forecasts mobile homes to
increase by 2,000 units during the planning horizon, or 1.3 percent of forecast growth in
multi-family units.

The employment forecasts are converted to building square footage shown in Table 1 by
land use using occupant densities factors shown in Table 2. These factors are derived from a
study of employment, building squate feet, and land use conducted for the Southern
California Association of Governments (SCAG). The density factors were derived from a
random sample of 2,721 parcels drawn from across five counties (Los Angeles, Orange,
Riverside, San Bernardino, and Ventura). We could not identify such a study for San Diego
County. The SCAG study’s density factors are based on the largest sample of properties that
we ate aware of, and are used in development impact fee studies throughout the State.

1 For more information on SANDAG’s economic, demographic, and transportation forecasting models, see
San Diego Association of Governments, Final 2030 Forecast Process and Model Documentation, April 2004.

EWMunifinancial Novemnber 26, 2007 7
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Table 1: Population, Employment & Land Use Forecasts

2002 2030 Increase Percent
Residents 2,909,000 3,855,000 946,000 33%
Dwelling Units
Single Family 648,000 778,000 130,000 20%
Multi-family’ 419,000 576,000 157,000  37%
Total 1,067,000 1,354,000 287,000 27%
Employmen’(2
Retail 295,000 393,000 98,000 33%
Office/Services 348,000 451,000 103,000 30%
Industrial 383,000 628,000 245,000 64%
Subtotal 1,026,000 1,472,000 446,000 43%
Residential® 138,000 149,000 11,000 8%
Public® 139,000 157,000 29,000 21%
Total 1,303,000 1,778,000 475,000 36%
Building Square Feet (000s)°
Retail 148,000 197,000 49,000 33%
Office/Services 104,000 135,000 31,000 30%
Industrial 345,000 565,000 220,000 84%
Total 597,000 897,000 300,000 50%

' Mutti-family population includes mobile homes.

2 Based on Series 10 forecast data provided by SANDAG. Estimates by major land use type rofled up from County
Assessor's categories. Interpolated 2008 data based on 2005 and 2010 forecasts. .

3 Employment on residential land uses such as home-based businesses. Travel demand included in estimates for

residential land uses.

* Travel-demand caused by public land uses so excluded from nexus analysis.
5 Based on occupant density factors shown in Table 2.

Sources: San Diego Association of Governments (SANDAG) Data Warehouse (http:datawarehouse.sandag. org),
SANDAG Series 10 forecast of employment by land use; MuniFinancial.

EmuniFinancial
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Table 2: Occupant Density

Land Use

Commercial 500 Square feet per employee
Office/Services 300 Square feet per employee
industrial’ 900 Square feet per employee

Note: Source data based on random sample of 2,721 developed parcels across
five Los Angeles area counties (Los Angeles, Orange, Riverside, San Bemardino,
and Ventura). MuniFinancial estimated weighting factors by land use categories
used in the survey to calculate average employment densities by major category
(commercial, office, industrial).

! Adjusted to correct for over-sampling of industrial parcels in Ventura County.

Source: The Natelson Company, Inc., Employment Density Study Summary
Report, prepared for the Southern California Association of Governments;
October 31, 2001, Table 2-A, p. 15. MuniFinancial.

Travel Demand By Land Use Category

To estimate travel demand by type of land use the nexus study uses vehicle trips rather than
vehicle miles traveled (VMT) that were used in the initial SANDAG calculation. Vehicle
trips can be calculated in a consistent manner across land use categoties based on population
and employment estimates by land use category. This enables the impact of development to
be distinguished between land use categories, a key requirement of the Mitigation Fee Act.
VMT, on the other hand, is available from transportation models only for a limited number
of “production and attraction” categories: home-work, home-school, home-college, home-
other, and non-home.

A reasonable measure of vehicle trips is weekday average daily vehicle trips ends. Because
automobiles are the predominant soutce of traffic congestion, vehicle trips are a reasonable
measure of demand for new capacity even though the measure excludes demand for
alternative modes of transportation (transit, bicycle, pedestrian).

The following two adjustments are made to vehicle trip generation rates to better estimate
travel demand by type of land use:

¢ Pass-by trips are deducted from the trip generation rate. Pass-by trips are
intermediates stops between an origin and a final destination that require no
diversion from the route, such as stopping to get gas on the way to work.

¢ The trip generation rate is weighted by the average length of trips for a specific
land use category compared to the average length of all trips on the street system.

Table 3 shows the calculation of travel demand factors by land use category based on the
adjustments described above. Data is based on extensive and detailed trip surveys conducted
in the San Diego region by SANDAG. The sutveys provide a robust database of trip
generation rates, pass-by trips factors, and average trip length for a wide range of land uses.

B MuniFinancial Nowvember 26, 2007 9
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Table 3: Travel Demand Factors

E=CxD/
A B C=A+B D 6.9 F G=ExF
Trip Rate Adjustment Factor
Total ‘Average  Adjust- | Average Travel
Primary Diverted Excluding Trip ment Daily Trip | Demand
Trips' Trips' Pass-by' Length® Factor’ | Ends® | Factor’
Residential®
Single Family 86% 11% 97% 7.9 1.11 10 11.10
Multi-family® 86% 11% 97% 7.9 1.11 8 8.88
Nonresidential”
Commercial 47% 31% 78% 36 0.41 68 27.88
Office/Services 77% 19% 96% 8.8 1.22 20 24.40
Industrial 79% 19% 98% 9.0 1.28 8 10.24

' Percent of total trips. Primary trips are trips with no midway stops, or "links". Diverted trips are linked trips whose distance adds at least one
mile to the primary trip. Pass-by trips are links that do not add more than one mile to the total trip.

% In miles.

8 Systemwide average trip length is 6.9 miles.

¢ Trip ends or travel demand per dwelling unit or per 1,000 building square feet.

% Single family based on 3-6 units per acre category. Multi-family based on 6-20 units per acre category.

& Multi-family deman factos include mobile homes. The combined average daily trip ends calculation multiplies 2002 population by average
daily trip ends for both multi-family and mobile homes and then weights the sum by the 2002 population.

7 Commercial based on "community shopping center” category. Office/services based on "standard commercial office” category. Industrial
based on "industrial park (no commercial)” category.

Sources: San Diego Association of Governments, Brief Guide of Vehicular Traffic Generation Rates for the San Diego Region, July 1998;

Shifting Burden of Commercial Development to Residential
Development

Applying the travel demand factors shown in Table 3 directly to development by land use
category implicitly assumes that the cause of each vehicle trip on the transportation network
is shared equally by the land use at each trip end (origin and destination). But depending on
the regional economic forces affecting development in a particular area, the cause of a trip
may be related more to the land use at the origin or the destination. For example, in some
areas residential development may be caused by job growth, while in other areas the
opposite may occur (jobs follow housing). These cause and effect relationships may change
over time in the same area. Given the complexity of these regional economic and land use
relationships, most transportation impact fee nexus studies make the simplifying but
reasonable assumption to weight the origin and destination of a trip equally when identifying
the cause of travel demand on a transportation system.

However, there is one regional economic and land use cause and effect relationship that
remains consistent across geographical areas and over time. Commercial development is to a
large extent caused by the spending patterns of local residents. Commercial development
follows residential development or anticipates new development occurring in the near term.
This development pattern can be observed throughout metropolitan regions and is driven by
the site location process followed by retailers. When secking new locations, the most
common measure of a potential market used by site location analysts is the number of

B wuniFinancial November 26, 2007 10
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households within a reasonable driving distance for shopping trips and the median income
of those households.

Given this consistent regional economic and land use cause and effect relationship, it is
reasonable to allocate at least some of the burden of commercial trip ends to residential
development. This approach is used in impact fee nexus studies to more accurately allocate
the butden of transportation improvements needed to accommodate growth.2

Not all retail spending is related to local residential development. By “local” we mean
residents (or businesses) located within the area subject to the impact fee. There are three
major sources of retail spending:

1. Local households;

2. Local businesses; and
3. Visitors that travel to the area to shop.

The RTCIP impact fee is limited to residential development so the focus of this nexus study
was shifting the appropriate share of travel demand from commercial to residential
development. The demand for commertcial development by local businesses was not
identified.

To determine the amount of commercial development associated with residential
development we conducted an analysis of taxable retail sales data for 2004, the most recent
complete year of data available from the State Board of Equalization. The analysis calculated
the total spending potential of San Diego County households and estimated what portion of
that spending occurred within the County. The result was that 62.6 percent of total taxable
retail sales was estimated to be associated with local household spending. The remainder was
associated with local business and visitor spending. Based on this analysis, residential
development directly causes 62.6 percent of commercial development. Consequently, the
travel demand associated with that share of commercial development is shifted to residential
development.

The results of this analysis are summarized in Table 4 and presented in detail in Appendix
B.

Total Travel Demand By Land Use Category

Table 5 shows estimates of travel demand from existing and new development and the
shares that residential and nonresidential development comptise of the total. Travel demand
is based on the travel demand factors calculated in Table 3 and the growth estimates in Table
1. Commercial development associated with local household spending as shown in Table 4 is
included in the residential land use categoty. Based on this analysis new residental
development will represent about 13 percent of total travel demand in 2030.

2 See Bconomic and Planning Systems, Inc., Infrastructure Financing Technical Report Southwest Area Plan, prepared
for the City of Santa Rosa Department of Community Development, January 1995, p.28. See also Economic
and Planning Systems, Inc., Road Impact Mitigation Fee Nexus Study, prepared for the Calaveras Council of
Governments, April 28, 2004, p.20.
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Table 4: Allocation of Taxable Retail Spending & Commercial Sq. Ft.
in San Diego County

Taxable Building Square Feet
Retail Sales
(2004) Share 2002 2025  Growth
Total Taxable Retail Spending & Commercial Sq. Ft. $44,470,000  100.0%| 148,000 197,000 49,000
Local Residential Taxable Spending & Sq. Ft. 27,856,000 62.6%| 93,000 123,000 30,000
Local Business and Visitor Taxable Spending & Sq. Ft. 16,614,000 37.4%| 55,000 74,000 19,000

Sources: Tables 1 and B.4; MuniFinancial.

Table 5: Travel Demand From Existing and New Development

Deveiopment Travel Demand®
Travel Demand|  Existing’ Growth® Existing Growth
Land Use Category Factor’ (2002) (2002-2030) (2002) (2002-2030) Total
Residential
Single Family 11.10 648,000 130,000 7,193,000 1,443,000 | 8,636,000
Multi-family* 8.88 419,000 157,000 3,721,000 1,394,000 | 5,115,000
Local-serving Commercial® 27.88 93,000 30,000 2,593,000 836,000 | 3,429,000
Subtotal 1,160,000 317,000 13,507,000 3,673,000 | 17,180,000
Percent of Total 47.7% 13.0% 60.7%
Nonresidential ’
Other Commercial® 27.88 55,000 19,000 1,533,000 530,000 [ 2,063,000
Office/Services 24.40 104,000 31,000 2,538,000 756,000 | 3,294,000
industrial 10.24 345,000 220,000 3,533,000 2,253,000 | . 5,786,000
Subtotal 1,757,000 617,000 7,604,000 3,539,000 | 11,143,000
Percent of Total 26.8% 12.5% 39.3%
Total 21,111,001 7,212,000 | 28,323,000
Percent of Total 75.0% 25.0% 100.0%

T Per dwelling unit for residential land uses and per 1,000 square fest for nonresidential land uses.

“ Dwelling units for residential land uses and 1,000 square feet for nonresidential land uses.

? Estimated total trip ends adjusted for the factors shown in Table 3.

* The muiti-family travel demand factor and demand calculations include mobile homes.

® Represents share of total commercial square feet and travel demand associated with spending by San Diego County households.

% Represents share of total commerciat square feet and travel demand associated with spending by San Diego County businesses and visitors.

Source: Tables 1, 3 and 4; MuniFinancial.

FACILITIES STANDARD AND NEED FOR
TRANSPORTATION IMPROVEMENTS

The critical policy issue in a development impact fee nexus study is the identification of a
facility standard. The facility standard determines new development’s need for new facilities.
The facility standatd is also used to evaluate the existing level of facilities to ensure that new
development does not fund infrastructure needed to serve existing development.

The facility standard used by this nexus analysis is average weekday vehicle hours of delay on
the Regional Arterial System (RAS) in 2008. Hours of delay provide a reasonable system-
wide measure of the impact of new development on congestion and mobility. SANDAG’s
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transportation forecasting model (TransCAD) demonstrates that hours of delay increase
with the level of new development, and decrease with investment in additional
transportation system capacity. Projected hours of delay in 2002 is used for the standard
because that is the implementation date for the RTCIP, representing existing conditions at
the time new development would begin contributing to transportation system
improvements.

The original RTCIP fee estimate was based on the need for 710 additional lane miles to
complete the RAS as of the year 2000 (see “Initial RTCIP Impact Fee Calculation” in
Chapter 1). Through 2002 the region added 73 lane miles to the RAS. This effort reduces the
level of investment needed to complete the RAS to 637 lane miles.

The data in Table 6 from the TransCAD model demonstrates a reasonable relationship
between new development and the need for additional investment in the RAS. The table
shows the projected increases in vehicle hours of delay from 2002 to 2030 and the benefits
of adding 637 lane miles to the RAS. Without any investment in the RAS vehicle hours of
delay will increase by 114 percent during this period. With an investment of 637 new lane
miles in regional arterials vehicle hours of delay will increase substantially less, by 68 percent.

Table 6: Regional Arterial System Roadway Statistics

Projected 2030
Existing Without With

2002 Improvements Improvements

Lane Miles _ 2,805 2,805 3,442
Change, 2002-2030 (amount) - 637
Change, 2002-2030 (percent) 0% 23%
Average Weekday Vehicle Hours of Delay 64,352 137,481 108,350
Change, 2002-2030 (amount) 73,129 43,998
Change, 2002-2030 (percent) 114% 68%

Note: 2002 data interpoiated based on 2000 and 2005 data provided by model output (see Source).

Source: San Diego Association of Governments, TransCAD model output.

New development is not the entire cause of the forecasted increase in vehicle hours of delay.
As discussed above, new development is only allocated a share of RAS investment costs.
The SANDAG transportation model assumes that vehicle miles traveled (VMT) per capita
for all existing and new development will increase 9.6 percent from 2000 to 2030 continuing
recent trends. Thus some of the increased in vehicle hours of delay is caused by increased
travel from existing development. This trend does not affect the nexus analysis under the
“average cost” approach taken by this nexus analysis (see “Initial RTCIP Impact Fee
Calculation” in Chapter 1). Under this approach RAS investment costs ate allocated

3 Bmail communication from Bill McFazlane, Transportation Modeling Section, San Diego Association of
Governments, March 8, 2006.
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proportionately across existing and new development based on total travel demand, thus
incorporating the impact of changes in travel behavior such as increased VMT per capita.

FAaCiLITY COSTS AND AVAILABLE FUNDING

This section estimates total costs associated with RAS improvements that are the
responsibility of new development. The need for RTCIP funding based on available
revenues identified in the adopted 2005 RTP is evaluated. Finally, this section provides a
cutrent list of specific projects identified for investment in the RAS.

Unit Cost Estimates and Total Facility Costs

For the purposes of this nexus analysis, facility costs are estimated in 2008 dollats, the first
year of implementation of the RTCIP. This subsection explains the approach taken to
increase unit costs from 2002 dollars to 2008 dollars.

Histotically, SANDAG has assumed an annual increase of 2.6 percent for road construction
costs based on the California Department of Transportation (Caltrans) construction cost
index average annual compounded rate from 1980-2004. In recent years that rate has risen
significantly and grown increasing volatile. To examine this issue SANDAG commissioned a
study in 2005 by URS, a ptivate consulting firm, that examined a range of data on
transportation capital project cost inflation since 2002. The URS study recommended use of
several national highway construction cost indices to adjust transportation project cost
estimates for SANDAG?s financial planning purposes. 4 These rates were used in the ptior
version of this nexus study dated September 5, 2006.

Analysis of actual costs for road construction projects in the San Diego region conducted by
SANDAG staff during the past year has determined that the Caltrans highway remains the
best indicator of local construction cost inflation. Indeed, the URS study recognized that
California’s construction costs are higher than those in national indexes.> Consequently this
nexus analysis returns to the use of the Caltrans construction cost index to inflate unit cost
estimate from 2002 dollars to 2008 dollars. Estimates for 2008 are based on Caltrans index
data through 2007.

Annual Caltrans index data was available through 2006 at the time of this study. Index data
for 2007 should be available by February 2008 when SANDAG will inform local agencies of
the RTCIP impact fee amount that must be adopted by July 1, 2008 (see “Adoption By
Local Agencies” in Chapter 3). For the putposes of this study the 2007 index was estimated
based on the average annual compounded growth rate in the index for the ten-year period
from 1996 through 2006. A ten-year average was used because of the high volatility of the
index in recent years. The approach taken in this report is to estimate 2008 costs based on
inflation through 2007.

As shown in Table 7, the cost estimate for an arterial lane mile is estimated at $10.9 million
in 2008 dollars. The total compounded increase from the 2002 is 115 percent. Total costs to

4 San Diego Association of Governments, Transportation Project Cost Anabysis June 17, 2005) completed by URS,
p. 8-1.

5 Ibid., p. 4-1.
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complete the atterial system are estimated at $7.0 billion based on this revised unit cost
estimate.

Table 7: Estimated Arterial System Capacity Investments
($2008)

Caltrans Inflation Rate

Year index Annual Cummulative Cost

2002 142.2 NA NA § 5,100,000

2003 148.6 4.50% 4.50% 5,330,000

2004 216.2 45.49% 52.04% 7,754,000

2005 268.3 24.10% 88.68% 9,623,000

2006 280.6 4.58% 97.32% 10,063,000

2007" 305.7 8.94% 114.96% 10,963,000
Regional Arterial Widenings & Extensions (lane miles) (2002-2030) 637

Total Regional Arterial System Capacity Investments (2002-2030)
(Est. $2008) $ 6,981,238,400

' Annual inflation rate for 2007 was estimated using the ten-year compounded annual growth rate from 1996 to
2006 for the CalTrans highway construction annual cost index. The actual rate for 2007 will be updated after
the annual index data is published by CalTrans on January 30th of 2008.

Sources: San Diego Association of Governments, Final 2030 Regional Transportation Plan, Mobility 2030
(February 2005), Technical Appeicix 9 - Project Cost Estimates, p. 159; California Dept. of Transportation,
Price Index for Selected Highway Construction ltems (Second Quarter Ending June 30, 2007); Table 6;
MuniFinancial.

Available RTP Funding

~ To justify the need for the RTCIP impact fee, the fee should only be imposed to the extent
additional funding is needed to accommodate new development net of other anticipated
funding sources. The adopted 2005 RTP examined three funding and expenditure scenarios

described below.® All dollars are in $2002 and ate for the planning horizon 2002 to 2030.

¢ The Revenue Constrained scenario ($30 billion) was based on existing revenue
sources and did not assume extension of the TransNet sales tax.

¢ The Reasonably Expected scenario (§42 billion) was based on extension of the
TransNet sales tax ($8 billion) plus $4 billion more from higher levels of state
and federal discretionary funds and increases in state and federal gas taxes based
on historical trends.

¢ The Unconstrained Revenue scenario ($67 billion) was based on an analysis of
transportation system needs to 2030 and identified potential revenue sources but
did not specify which ones to implement.

6 SANDAG, Final 2030 Regional Transportation Plan, Mobility 2030 (February 2005), Chapter 4, pp. 35-53.
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SANDAG adopted the Reasonably Expected scenario. Under this scenario the adopted 2005
RTP invests $24.5 billion for projects that expand system capacity. Other improvements
totaling $17.5 billion would improve operations, maintenance, and rehabilitation of highway,
road, and transit, and related faciliies. The adopted 2005 RTP expenditure plan is
summarized in Table 8, below. ‘

Table 8: RTP Investment Plan, 2002-2030 ($2002)

$ Millions
($2002)

Capacity Expansion Investments
New Transit Facilities $ 8,500 20%
Managed High Occupancy Vehicle Lane Facilities 7,450 18%
Highway System Completion/Widening Projects 3,680 9%
New Local Streets and Roads 4,430 11%
Regional Significant Arterials 500 1%
Subtotal $ 24,460 58%
Other Investments’ 17,485 42%
Total Expenditures $ 41,945 100%

" Includes projects that improve the operations, maintenance, and rehabilitation of highway, road,
and transit, and related facilities.

Source: San Diego Association of Governments, Final 2030 Regional Transportation Plan, Mobility
2030 (February 2005), p. 44; MuniFinancial.

As shown in Table 8, the adopted 2005 RTP allocates $500 million for investment in the
RAS. Under the Revenue Constrained and Unconstrained Revenue scenarios the total

allocation is $350 million and $700 million, respectively.7 Given the need for a $6.98 billion
total investment (Table 7), substantal additional resources are needed.

The adopted 2005 RTP indicates that local jurisdictions need to identify matching funds for
investment in the RAS because the regional funding provided through the adopted 2005
RTP:

...is intended to be matched with revenues from the local jurisdictions, which are
tesponsible for improving regional roadways and local streets to meet their residents
needs and mitigate the effects of local land use developments.8

7 Ibid., Table 4.3, p. 46, Table 4.5, p. 49.
8 Ibid., p. 103.
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The adopted 2005 RTP further indicates that a regional development impact fee as
contemplated by the RTCIP is one of the potential revenues sources for supplementing
adopted 2005 RTP resources.”?

The funding assumptions discussed above are based on the most recently adopted 2005 RTP
because the draft 2007 RTP has not been adopted as of the date of this report. These
assumptions are likely to vary in the final adopted 2007 RTP. However, the draft 2007 RTP
continues to indicate that funding is needed from the RTCIP to mitigate the impacts of new
development on the transportation system.

Specific RAS Improvement Projects

Table 9 shows the adopted 2005 RTP’s initial planned improvements in the RAS. These
projects represent a $700 million investment under the Unconstrained Revenue scenatio, or
136 additional lane miles at the 2002 cost estimate of $5.1 million per lane mile. Under the
adopted Reasonably Expected scenario the adopted 2005 RTP allocates $500 million,
sufficient to fund 98 additional lane miles in $2002. These projects are candidates for
funding with RTCIP contributions. Funding these improvements with the RTCIP would
enable RTCIP resources to expand improvements in the RAS towards full completion of the
system (637 lane miles from 2002 to 2030).

GDST ALLOCATION AND FEE SCHEDULE

The vehicle trip rates desctibed in the Growsh Projections section, above, provide a means to
allocate a proportionate share of total RAS improvements to each new development project.
Trip rates are a reasonable measure of each development project’s demand on the regional
transportation system. New development’s share of total RAS improvements is divided by
total trips generated by new development to calculate a cost per trip. The cost per trip
multiplied by the trips generated by a development project determines that project’s fair
share of total RAS improvements.

New development could contribute up to $320 per trip as shown in Table 10. This amount
is based on the nexus approach taken for this analysis that allocates RAS costs to new
residential development based on shares of total travel demand in 2030. This approach is
based on allocating to residential development the entite burden of trips associated with
commercial development that serves households within the County (see earlier discussion
under “Shifting Burden of Commetcial Development to Residential Development”).

9 Ibid., p. 50.
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Table 9: Regionally Significant Planned Arterial Improvements

Arterial Limits Type Jurisdiction

Balboa Ave. Kearney Villa Rd. - Ruffin Rd. Widen City of 8an Diego
Bear Mountain Pkwy. Canyon Rd. - Vailey Pkwy. Widen City of Escondido
Black Mountain Rd. Mercy Rd. - Mira Mesa Blvd. Widen City of San Diego
Black Mountain Rd. Emden Rd. - Caramel Valley Rd. Extend City of San Diego
Cannon Rd. Hidden Valley Rd. - Frost Rd. Extend City of Carlsbad
Cannon Rd. El Camino Real - Mystra Dr. Extend City of Carlsbad
Cannon Rd. Melrose Dr. - SR 78 Extend County of San Diego
Citracado Pkwy. i-15 ~ Scenic Trail Way Extend City of Escondido
Citracado Pkwy. Avenida Del Diablo - Vineyard Ave. Extend City of Escondido
College Ave. Montezuma Rd. - Alvarado Widen City of San Diego
Callege Ave. El Camino Real - Carlsbad Village Dr.  Extend City of Carlsbad
Deer Springs Rd. {-15 - Twin Oaks Valley Rd. Widen County of San Diego
Del Dios Hwy. Via Rancho Pkwy. - Valley Pkwy. Widen City of Escondido
East Valley Pkwy. East Valley Blvd. - Bear Valley Pkwy. Widen City of Escondido

El Camino Real Camino Santa Fe - El Camino Real Widen City of San Diego

El Camino Real Manchester Ave. - Tamarack Ave. Widen City of Carlsbad

El Camino Real Tamarack Ave. - SR 76 Widen City of Oceanside
Friars Rd. Colusa St. - Lia Las Cumbres Widen City of San Diego
Friars Rd. SR-163 - Frazee Rd. Widen City of San Diego
Genesee Ave. i-5 - Campus Point Dr, Widen City of San Diego
Genesee Ave. Osler St. - Marlesta Dr. Widen City of San Diego

H Street Bonita Vista High - Otay Lakes Widen City of Chula Vista
Harbor Dr. Pacific Hwy. - California St. Widen City of San Diego
Heritage Rd. Airway Rd. - Siempre Viva Rd. Extend City of San Diego
Jamacha Blvd. Omega St. - Pointe Pkwy. Widen County of San Diego
Kearny Villa Rd. SR 52 - Ruffin Rd. Widen City of San Diego
Manchester Ave. I-5 - Lux Canyon Dr. Widen City of Encinitas
Melrose Dr. Spur Ave. - N Santa Fe Ave. Extend City of Oceanside
Melrose Dr. Aspen Way - Palomar Airport Rd. Extend City of Carlsbad
Mission Ave. Enterprise St. - Centre City Pkwy. Widen City of Escondido
Oceanside Bivd. Oceanside Blvd. - Rancho Del Oro Widen City of Oceanside
Siempre Viva Rd. Heritage Rd. - La Media Rd. Widen City of San Diego
South Santa Fe Ave. Mar Vista Dr. - Bosstick Blvd. Widen County of San Diego
Torrey Pines Rd. N. of Callan St. - S. of Carmel Valley Rd. Widen City of San Diego
Twin Oaks Valley Rd. Craven Rd. - Rancho Santa Fe Rd. Extend City of San Marcos
Twin Oaks Valiey Rd. Deer Springs Rd. - Craven Rd. Widen City of San Marcos
Via de la Valle Camino Santa Fe - El Camino Real Widen City of San Diego
Vista Sorrento Pkwy. Rose Coral Row - Sorrento Valley Blvd.  Extend City of 8an Diego
Vista Way Emerald Dr. - Melrose Dr. Widen City of Vista

Source: San Diego Association of Governments, Final 2030 Regional Transportation Plan, Mobility 2030 (February 2005), Technical
Appendix 9 - Project Cost Estimates, p. 160.
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Table 10: Residential Cost per Trip (Estimated for $2008)

Allocation of Total Costs to Residential Land Uses
Total Regional Arterial System Investments ($2008) $ 6,981,238,400
New Residential Development Share of Total Trips 13.0%
New Residential Development Share of Total Costs $ 907,561,000

New Residential Vehicle Trips (2002-2030)
Single Family 1,443,000

Multi-family’ 1,394,000
Total New Residential Vehicle Trips 2.837.000

New Residential Development Cost per Trip (Est. $2008) $ 320

" Multi-family travel demand factor and demand calculations include mobile homes.

Tables 5 and 7; MuniFinancial.

The cost per trip of §320 is estimated in 2008 dollats the first year for implementation of the
RTCIP. As explained in the “Facility Costs and Awvailable Funding” section above this
estimate is based on actual Caltrans construction cost index data through 2006 and an
estimate for 2007.

The RTCIP specifies that new development must contribute $2,000 per dwelling unit. A
single fee for all dwelling units may not adequately ensure a reasonable relationship between
each new development project’s proportionate share of total improvements and the amount
of the fee. Separate fees by major residential land use category based on trip generation rates
would more likely fulfill this statutory requirement.10

To test whether the required RTCIP contribution of $2,000 per unit is justified for different
types of units, Table 11 provides a fee schedule by major residential land use category based
on the calculated RTCIP cost per trip from Table 10. As explained above in the “Growth
Projections” section mobile homes are forecast separately by SANDAG but because of the
extremely limited number they have been included in the multi-family land use category. The
fee ranges from a low of $2,842 for multi-family units to a high of $3,552 for single family
units. The average fee per dwelling unit is $3,164. The impact fee required by the RTCIP of
$2,000 per residential unit is therefore well below the amount justfied under the Mitigation
Fee Act for major residential land use categories.

10 Mitigation Fee Act, California Government Code, §66001(b).
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Table 11: RTCIP Impact Fee (Estimated for $2008)

Trip New

Cost Per Demand Development Estimated

Land Use Trip Factor Fee' (dwelling units) Revenue’
Single Family $ 320 11.10 $ 3,552 130,000 $ 461,760,000
Multi—family3 320 8.88 2,842 157,000 446,194,000
Total Estimated Revenue $ 907,954,000
Total New Dwelling Units (2006-2030) 287.000
Weighted Average RTCIP Impact Fee Per Dwelling Unit (Est. $2008) 3 3,164

' Fee per dwelling unit.
2 Numbers may vary due to rounding.
3 Multi-family travel demand factor and demand calculations include mobile homes.

Sources; Tables 1, 3 and 10; MuniFinancial.

EXTENSION OF RTCIP TO NONRESIDENTIAL LAND
USES

The RTCIP specifically exempts all nonresidential development. However, one option for
increasing contributions from new development for RAS improvements would be to apply
the RTCIP to nonresidential development as well. Table 12 shows new development’s total
investment in the RAS that could be made under this approach.

A fee schedule by major nontesidential land use category based on the calculated RTCIP
cost per trip from Table 12 is shown in Table 13. Fees per 1,000 building square feet range
from a low of $2,519 for industrial and $2,704 for commercial and to a high of $6,002 for
office/services.
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Table 12: Nonresidential Cost per Trip (Estimated for $2008)

Office/Services & Industrial Commercial
New Nonresidential Development Share of Total Trips
Commercial' NA 530,000
Office/Services 756,000 NA
Industrial 2,253,000 NA
New Nonresidential Vehicle Trips (2002-2030)’ 3,009,000 530,000
Total Vehicle Trips (2030) 28,323,000 28,323,000
New Nonresidential Development Share 10.6% 1.9%
Aliocation of Total Costs to Nonresidential Land Uses
Total Regional Arterial System Investments ($2008) $ 6,981,238,400 $ 6,981,238,400
New Nonresidential Development Share of Total Trips 10.6% 1.9%
New Nonresidential Development Share of Total Costs $ 740,011,000 $ 132,644,000
New Nonresidential Vehicle Trips (2002-2030)
Commercial® NA 1,366,000
Office/Services 756,000 NA
Industrial 2,253,000 NA
Total Nonresidential Vehicle Trips (2030)" 3,009,000 1,366,000
Cost per Trip (Est. $2008) $ 246 $ 97

" For the purpose of determining new commercial development's fair share of total costs, trips exclude those assocateid with spending by local (San Diego County)
resdients. Commercial trips associated with local residential spending are used to aliocate total costs to residential development (see Table 10).

2 includes local and regional commercial trips. it would be inpractical to identify on a project-by-project basis that portion of new commercial development associated only
with non-local residential spending. Therefore, new commercial development's fair share of totaf costs is allocated across all new commercial vehicle trips (see Table 5).

Tables 5 and 7; MuniFinancial.

Table 13: Nonresidential Impact Fee (Estimated for $2008)

Trip New
Cost Per Demand Development Estimated
Land Use Trip Factor Fee' (ksf) Revenue
Commercial $ 97 2788 $ 2,704 49,000 $ 132,496,000
Office/Services 248 24 .40 6,002 31,000 186,062,000
Industrial 246 10.24 2,519 220,000 554,180,000
Total Estimated Revenue (Est. $2008) $ 872,738,000

' Fee per 1,000 square feet.

Sources: Tables 1, 3 and 10; MuniFinancial.
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3. IMPLEMENTATION

Local agencies need to adopt a “Funding Program” to implement the RTCIP.! The Funding
Program must generate the funding per new residential unit required by the RTCIP. This
chapter provides guidance on use of this nexus study by local agencies to implement a
Funding Program and comply with the RTCIP. “Local agencies” includes all cities in the
County plus the County of San Diego for development in the unincorporated area.

The guidance provided in this study is not a substitute for legal advice and all local agencies
should consult with their legal counsel regarding compliance with the Mitigation Fee Act (Aci).
Local agencies ate hereby put on notice that the findings and guidance in this study are
generalized, and were created for use as a framework to be tailored by each local agency.
SANDAG disclaims any responsibility for any liability to users of this study, or any other
party, for any loss or damages, consequential or otherwise, including but not limited to time,
money, or goodwill, arising from the use, operation or modification of the information in
the study. In using this report, local agencies further agree to indemnify, defend, and hold
harmless SANDAG, its officers and employees, for any and all liability of any nature arising
out of or resulting from use of the study. Distribution of this study shall not constitute any
warranty by SANDAG.

ADOPTION BY LOCAL AGENDCIES

Adoption Schedule

To meet the requitements of the A¢ and the July 1, 2008 RTCIP deadline, local agencies will
need to adopt the RTCIP impact fee by May 1, 2008. This allows for the sixty-day period
required under California Government Code section 60017 of the A4t between the date of
adoption and the date the fee becomes effective. The same section of the A« includes
certain notice and public hearing requirements as well that each local agency must follow.
Legal counsel should also advise on timelines, hearings requirements, and all other actions
required for fee adoption by the Az

A checklist for the initial adoption of the RTCIP with a schedule of steps required for
implementation is included in Appendix C of this study. The checklist is titled, “RTCIP
Impact Fee Initial Adoption - Local Agency Implementation Checklist.”

Ordinance, Resolution, and Nexus Study

Local agencies may need to adopt an ordinance and resolution to implement the fee. The
ordinance would provide the authority for the agency to impose the RTCIP impact fee. The
resolution would specify the fee amount. Setting the fee by resolution avoids having to
amend the local agency’s municipal code whenever the fee must be adjusted, facilitating
annual updates to the fee for cost inflation. '

1 San Diego Association of Governments, TransiNet Extension Regional Transportation Congestion Improvement
Program, Sec. A.
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To adopt the initial fee of $2,000 per residential unit the local agency fee resolution may
reference this nexus study for documentation of the findings required by the 4z

The local agency may reference this nexus study to support adoption of a fee on residential
development up to the maximum amounts shown in Tables 11. The adopted fee should be
no higher than the levels indicated in the table by land use category. Fee revenues should
only be used for the purposes described in this report. For the purposes of this study “single
family” includes projects at net development densities of six or fewer units per acre (see
Table 3, footnote 5). “Multi-family” includes projects at net development densities of over
six units per acte.

To facilitate integration with existing fee schedules, there are several conditions under which
the local agency’s fee schedule may vary while stll referencing this nexus study for
documentation of the findings required under the .4ex

¢ The fee schedule shown in Table 11 may be applied to single family and multi-
family land use categories that do not vary substantially from the definition of
those categoties used in this nexus study. Fot example the “break point” between
the definition of single and multi-family may be at a different development
density level.

¢ The fee may be applied to different residential land use categories, e.g.
condominiums or mobile homes, using the cost per trip calculated in the this
nexus study (see Table 10 for the cost per trip). The trip rate used to calculate the
fee should reasonably reflect travel demand generated by new development
within the land use category.

Local agencies must conduct a separate nexus study if the conditions described above are
not met.

Applying Fee To Nonresidential Development

The local agency may also apply an impact fee to nonresidential development to fund
improvements to the RAS. However, as mentioned above in the Nexus Analysis chapter,
expansion of the RTCIP Funding Program to nonresidential development is not a
requirement of the TransNet ordinance and is not necessary for a local agency to implement
the RTCIP. If the agency chooses to apply the fee to nonresidential development and adopts
the fee schedule as shown in Table 13, above, then the fee resolution can reference this
nexus study and the local agency does not have to conduct a separate study. If the local
agency adopts a different nonresidential fee schedule then the agency will need to conduct a
new nexus study to justify the nonresidential fee.

INFLATION ADJUSTMENT

The initial RTCIP funding requirement of $2,000 per new dwelling unit will apply upon
initial adoptions of the fee in 2008. The TransNet ordinance provides for an annual inflation
adjustment to the RTCIP impact fee on July 1 of each year beginning in 2009.2 The inflation

2 San Diego Association of Governments, TransNet Extension Regional Transportation Congestion Improvement
Program, Sec. C.
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adjustment will be two percent ot based on the Caltrans highway construction cost index,
whichever is higher. SANDAG may choose to use a different cost index. Each local agency
will need to adjust their RTCIP impact fee annually.

A checklist for the annual update and a five-year update of the RTCIP fees along with a
schedule of steps requited for implementation is included in Appendix C. This checklist is
titled, “RTCIP Impact Fee Annual and Five-Year Update - Local Agency Implementation
Checklist.”

COLLECTION AND ADMINISTRATION

Each local agency will be responsible for the collection, administration, and expenditure of
RTCIP impact fee revenues generated within its jurisdiction. Fee revenues should be placed
in a separate fund and administered pursuant to the requirements of the A¢. For example,
interest earnings on fund balances need to be credited to the fund. In addition, the At
requires that the local agency provide specific information regarding fee revenues and

expenditures annually and every five years in a public report.3

The Independent Taxpayer Oversight Committee (ITOC), created for the TransNet
program, is responsible for reviewing local agency implementation of the RTCIP. Each local
agency must submit their Funding Program for review by the ITOC by April 1, 2008. The
ITOC must review and audit each local agency’s program annually. The reporting
requitements required by the Ae should be sufficient to meet the ITOC’s needs in this
regard. If a local agency does not comply with the RTCIP the agency can lose TransNet sales
tax funding for local roads. ’

Local agencies and SANDAG ecan fund the administrative costs of the RTCIP with a charge
added to the RTCIP impact fee. The RT'CIP allows up to three percent of progtam revenues
to be used for program administration.# SANDAG anticipates adding a one percent
administrative charge to the RTCIP fee to fund costs related to the ITOC. Local agencies
may add up to two petcent for their program administration costs. These charges are similar
to any other user fees imposed by local agencies and are not subject to the Aet. These
charges must be justified based on the actual program administration costs of each agency.
k Agencies should keep cost records and adjust the administrative charge as appropriate based
on actual costs.

UseE OoF REVENUES

RTCIP impact fee revenues must be expended on improvements to the RAS in a manner
consistent with the expenditure priotities in the most recent adopted RTP. Fee revenues may
not be expended on road maintenance. RTCIP impact fee revenues may be used for any
Capital costs associated with improving the RAS including costs associated with:

3 California Government Code, §§66001(d) and 66006(b).

4 San Diego Association of Governments, TransNet Extension Regional Transportation Congestion lmprovement
Program, Sec. D(2).
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L 4

L4

Arterial widenings, extensions, and turning lanes;

Traffic signal coordination and other traffic improvements;
Reconfigured freeway-arterial interchanges;

Railroad grade separations; and

Expanded regional express bus service.

Costs funded by the RT'CIP impact fee may include project administration and management,
design and engineering, right-of-way acquisition, and construction. The RTCIP requires that
each local agency expend revenues within seven years of receipt or have an expenditure plan
that justifies keeping revenues for a longer period.> The 4¢# has a similar requirement with a
five years limitation unless there is an expenditure plan that justifies keeping revenues for a
longer period. |

EXEMPTIONS

The RTCIP program exempts the following residential development from the impact fee:6

L4

New moderate, low, very low, and extremely low income residential units as
defined in Health & Safety Code sections 50079.5, 50093, 50105, 50106, and by
reference in Government Code section 65585.1;

Government/public buildings, public schools and public facilities;

Rehabilitation and/or reconstruction of any legal, residential structute and/or the
replacement of a previously existing residential unit;

Development projects subject to development agreements prior the effective
date of the TransNet ordinance (May 28, 2004) that expressly prohibit the
imposition of new impact fees, however if the terms of the development
agreement are extended beyond July 1, 2008, the requirements of the RTCIP
shall apply;

Guest dwellings;

Additional residential units located on the same parcel regulated by the
provisions of any agricultural zoning;

Kennels and catteries established in conjunction with an existing residential unit;

The sanctuary building of a church, mosque, synagogue, or other house of
worship eligible for property tax exemption;

Residential units that have been issued a building permit prior to July 1, 2008;
and

Condominium conversions.

5 Ibid., Sec. G(4).

0Tbid, Sec. E.
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